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(57) ABSTRACT

Split cycle engine and method in which output power and
power density are increased in some embodiments with a
turbocharger or supercharger which increases the pressure in
the compression cylinder and also increases the power output
of the engine without a corresponding decrease in the effi-
ciency of the engine (work done per unit fuel). In other
embodiments, the engine is used for braking, and the energy
produced by braking is stored pneumatically and then used in
driving the compressor.

21 Claims, 2 Drawing Sheets
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SPLIT CYCLE ENGINE AND METHOD WITH
INCREASED POWER DENSITY

RELATED APPLICATIONS

Provisional Application No. 61/353,572, filed Jun. 10,
2010, the priority of which is claimed.

BACKGROUND OF THE INVENTION

1. Field of Invention

This invention pertains generally to internal combustion
engines and, more particularly, to a split cycle engine and
method in which the power output and power density (HP/
cu-in displacement) are increased without significantly
reducing fuel efficiency.

2. Related Art

Heretofore, superchargers and turbochargers have been
utilized in the air intake systems of internal combustion
engines. While such blowers can increase the pressure and
power output of an engine, they also produce higher exhaust
pressures which waste energy and often reduce the overall
efficiency of the engine.

Another way to increase power with an internal combus-
tion engine is to add a replenishable power system, as is
currently done in hybrid vehicles where electric motors
supplement the internal combustion engines. The efficiency
of such systems is improved by using energy produced by
braking of the vehicle to generate electric power to recharge
the batteries that operate the motor. Thus, the energy to stop a
vehicle is no longer wasted but instead is recaptured to assist
in the propulsion of the vehicle.

While hybrids can and do provide gains both in fuel effi-
ciency and in power, these gains are offset by significant cost
increases and added maintenance. With electric hybrids, the
system requires two complete drive systems, which means
additional weight as well as increases in cost and mainte-
nance. Moreover, the cost and weight of the battery systems
used in electric hybrids are substantial, and proper disposition
of batteries that are worn out and no longer in use is a major
concern.

OBIJECTS AND SUMMARY OF THE
INVENTION

It is, in general, an object of the invention to provide a new
and improved internal combustion engine and method in
which power density is increased without significant
increases in cost or loss of efficiency.

Another object of the invention is to provide an engine and
method of'the above character which includes an inexpensive,
regenerative hybrid system.

These and other objects are achieved in accordance with
the invention by providing a split cycle engine and method in
which air is compressed in a compression chamber, com-
pressed air from the compression chamber is delivered to a
combustion chamber where it is mixed with fuel in the com-
bustion chamber to form a mixture which burns and expands,
expanding gases from the combustion chamber are delivered
to an expansion chamber to drive an output member, and the
amount of air supplied to the compression chamber and,
hence, the amount of air flowing through the rest of the engine
is increased to increase the power output of the engine with-
out a corresponding decrease in the efficiency of the engine.

In some embodiments, the pressure of the air delivered to
the compression chamber is increased with a blower such as
a supercharger or a turbocharger, and in others, the amount of
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air is increased by operating the engine in a hybrid mode in
which the engine is operated in a braking mode as well as in
apower mode. During the braking mode, air is drawn into the
compression chamber, compressed, and stored in a pneumatic
storage tank. During the power mode, compressed air from
the storage tank is returned to the intake side of the compres-
sion chamber where it drives a compression piston during an
intake stroke. The amount of air returned to the chamber can
be controlled to make work done on the piston by the air either
equal to or greater than the work done by the piston during a
compression stroke.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a simplified schematic diagram of one embodi-
ment of a split cycle internal combustion engine according to
the invention.

FIG. 2 is a simplified schematic diagram of an eight cylin-
der split cycle internal combustion engine incorporating the
invention.

FIG. 3 is a simplified schematic diagram of a six cylinder
split cycle internal combustion engine incorporating the
invention.

FIG. 4 is a simplified schematic diagram of a four cylinder
split cycle internal combustion engine incorporating the
invention.

FIG. 5 is a cross-sectional view, somewhat schematic, of
another embodiment of a split cycle internal combustion
engine incorporating the invention.

DETAILED DESCRIPTION

The split cycle engine illustrated in FIG. 1 has a compres-
sion cylinder 11, a combustion chamber 12, and an expansion
cylinder 13, with reciprocating pistons 14, 16 in the compres-
sion and expansion cylinders forming chambers of variable
volume. The pistons are connected to a crankshaft 17 by
connecting rods 18, 19 for movement in concert between top
dead center (TDC) and bottom dead center (BDC) positions
in the cylinders, with each of the pistons making one upstroke
and one downstroke during each revolution of the crankshaft.

Compression cylinder 11 receives fresh air through an
intake valve 21 and communicates with the inlet end of com-
bustion chamber 12 through an outlet valve 22. Fuel is
injected into the combustion chamber through a fuel injector
23 or other suitable fuel inlet, where it is mixed with the air
from the compression cylinder. The mixture burns and
expands in the combustion chamber, and the expanding gas
flows into the expansion cylinder from the outlet end of the
combustion chamber through an inlet valve 24. Exhaust gas is
discharged from the expansion cylinder through an exhaust
valve 26. An engine of this general type is described in greater
detail in U.S. Pat. No. 7,415,947, the disclosure of which is
incorporated herein by reference.

A combustion chamber which is particularly suitable for
use in this embodiment and others is described in detail in
U.S. Pat. No. 7,434,551, the disclosure of which is also incor-
porated herein by reference. That chamber is elongated and,
in some embodiments, folded back upon itself, with a rough,
twisting interior side wall. In others, it is straight. The cham-
ber is a double wall structure which can have an outer wall of
structurally strong material such as steel and/or a composite
material and a liner of thermally insulative ceramic material
or an inner wall of structurally strong material and an outer
wall of thermally insulative ceramic material. In some
embodiments, a flow separator divides the combustion cham-
ber into one or more smaller sections where fuel can mix and
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burn with only a portion of the air introduced into the cham-
ber, with additional air being mixed with the burning mixture
downstream to provide an overall mixture that is effectively
leaner. Some embodiments have flow turbulators to promote
complete mixing and combustion of the fuel and air, and some
have long, sharp protrusions that extend inwardly from the
side wall and form hot spots which help to provide complete
combustion of the fuel mixture throughout the chamber.

The valves can be rotary valves, electronic valves, or other
suitable valves which permit a wide range of adjustment in
the timing of the valves. A rotary valve system which is
particularly suitable for use in this embodiment and others is
described in detail in U.S. Pat. No. 7,255,082, the disclosure
of which is also incorporated herein by reference. The open-
ing or closing positions of the valves can be varied indepen-
dently of each other, i.e., the opening positions can be
adjusted without affecting the closing positions, or the clos-
ing positions can be adjusted without affecting the opening
positions. In addition, the intake, outlet, inlet, and exhaust
valves can all be adjusted independently of each other and
while the engine is running. This full adjustability of the valve
system permits continuous matching of engine performance
with every combination of load and speed.

Unlike the poppet valves traditionally used in conventional
Otto and Diesel engines, the valves employed in the invention
do not protrude into the cylinders when they are open. Con-
sequently, the engine can have nearly perfect volumetric effi-
ciency, with the volume above the pistons being very close to
zero both at the end of the compression stroke and at the
beginning of the expansion stroke. Having the minimum vol-
umes of the cylinders near zero allows for significant
improvement in the efficiency of the engine.

With valves that do not protrude into the cylinders, the only
limitation to full piston travel is the need for a small tolerance
or clearance to prevent the pistons from striking the head due
to thermal expansion or extension at higher engine speeds.
This clearance can, for example, be on the order of about
0.010 inch to 0.200 inch, and typically does not need to be
more than about 0.015 inch. Hence, the minimum volumes of

the cylinders can be much closer to zero than they are in other
engines.
Moreover, unlike conventional reciprocating piston

engines where combustion takes place in the same cylinders
as compression and expansion, the travel of the piston toward
the top of the cylinder is not limited by the compression ratio.
In a conventional engine, that ratio is determined by the ratio
of the cylinder volume at bottom dead center (BDC) to the
volume at top dead center (TDC), and the need to keep the
ratio below a certain level to avoid predetonation limits how
close the pistons can come to the cylinder heads. In the engine
of the invention, where the compression ratio is determined
primarily by the timing of the valves and combustion occurs
outside the compression cylinder, the compression ratio does
not limit the travel of the pistons, and the compression piston
can travel almost completely to the head because the outlet
valve is opened to discharge the compressed air to the com-
bustion chamber once the correct pressure has been achieved.

The engine runs because the product of the volume and the
pressure of the gas sent to the expansion cylinder is greater
than the product of the pressure and the volume of the air
delivered to the combustion chamber from the compression
cylinder. Ignoring losses, the gas entering the expansion cyl-
inder is at the same pressure as the air leaving the compres-
sion cylinder, but at a greater volume by an amount propor-
tional to the rise in temperature in the combustion chamber.
That rise is proportional to the amount of fuel injected into the
combustion chamber.
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The burning of fuel in the engine can easily result in a
volumetric expansion of 2:1, which suggests that the expan-
sion cylinders should have twice the volume of the compres-
sion cylinders. This can be accomplished by using a greater
bore and/or stroke in the expansions cylinders, by using a
greater number of expansion cylinders, or by a combination
thereof. While that would work well at full load, it would not
be as efficient when the engine is operating at less than full
load. Efficiency would be compromised most of the time
since engines are rarely operated at 100% of their maximum
load capability. In the invention, the sizes of the two pistons
can be made equal, as can their strokes, which maintains good
mechanical balance, and the amount of air intake can be
varied to match the specific needs of the engine under differ-
ent operating conditions. Thus, for example, with equal num-
bers of compression and expansion cylinders, pistons of equal
size and stroke, and a maximum expansion ratio of 2:1 at full
load, the air intake to the compressor is limited to about 50%.
If the expansion ratio at full load is other than 2:1, then the
amount of air intake can be adjusted accordingly, e.g. 40% for
aratio of 2.5:1. With lesser loads and lower power output, less
air can be compressed, and less air requires less fuel to pro-
duce the same percent of expansion. Less air and less fuel
produce less net power for smaller loads. Since the engine
recaptures compressed air and work done against atmo-
spheric pressure, there is no decrease in efficiency at partial
loads.

The engine is not, however, limited to having equal num-
bers of compression and expansion cylinders and pistons of
equal size and stroke. It can have any combination of cylin-
ders and piston sizes and strokes desired and, by adjustment
of the air intake and other valves, still maintain optimum
efficiency throughout its operating range. The engine can also
have more than one combustion chamber between the com-
pression and expansion cylinders, if desired.

The engine can have virtually any compression ratio
because, unlike an Otto cycle engine, there is no fuel to
predetonate in the cylinder doing the compression, which
would limit the compression ratio to about 10:1, and unlike a
typical Diesel engine, the compression ratio does not have to
be higher than about 18:1 in order to generate enough heat to
ensure detonation. The engine can operate with a compres-
sion ratio anywhere in the range of about 6:1 to 24:1, but has
the greatest efficiently with a ratio of about 10:1 to 18:1,
although to prevent NO, from forming, the maximum tem-
perature should be held to about 1700° K-1800° K. Under
those conditions, the engine produces maximum fuel effi-
ciency with a compression ratio in the range of about 10:1 to
18:1. The engine can also operate at other compression ratios,
but possibly not as efficiently. In areas where NO_ pollution
standards are not as stringent, the efficiency of the engine can
be increased by the use of a higher compression ratio and a
higher maximum temperature.

The compression ratio is controlled by the timing of the
intake, outlet and inlet valves. In typical operation, the outlet
valve opens when the pressure above the piston in the com-
pression cylinder equals the pressure in the combustion
chamber. In an engine having a 9:1 compression ratio in
which the compression cylinder is allowed to have a full
charge of air, the outlet valve opens when the piston has
completed slightly more than 90% of its upward travel toward
top dead center. For other compression ratios on the order of
10:1 to 18:1, the outlet valve is opened when the compression
piston has completed about 90% to 95% of its upward travel,
with the point of opening being higher at higher compression
ratios. Ifthe compression cylinder is not allowed to have a full
charge of air, then the pressure within the cylinder will rise
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more slowly, and the outlet valve will open later in the upward
stroke. Regardless of when the outlet valve is opened, it closes
at or near top dead center for maximum efficiency.

In a standard Otto (gasoline) or Diesel engine, each cylin-
der provides compression and power, and each cylinder pro-
vides one power pulse every other cycle. Thus, an eight-
cylinder engine, for example, produces four power strokes for
each revolution of the crankshaft, and while adding a turbo-
charger may increase power density, there are still only four
power strokes per revolution. That, however, is not the case
with the engine of the invention where the burning gas
expands between the compression and expansion cylinders
and the volume of the expansion cylinders is greater than the
volume of the compressors.

FIG. 2 illustrates an embodiment in which the engine has
eight cylinders of equal volume, with six of the cylinders
being used as expanders 13 and only two of them being used
as compressors 11. A blower 28 in the form of either a super-
charger or a turbocharger is provided at the input of the two
compression cylinders to increase the pressure and, hence,
the amount of air in the compressors, and with more air in the
compressors, the volume or mass of air moving through the
rest of the engine is also increased.

With cylinders of equal displacement and a burn tempera-
ture that is approximately twice the compression tempera-
ture, the two compressors would provide only enough air to
operate four of the expanders at full power without the blower
or to operate the six expanders at less than full power. How-
ever, with the blower increasing the pressure of the air enter-
ing the compressors from atmospheric pressure (1.0 bar) to
1.5 bar, the two compressors provide the air for all six of the
expanders to operate at full power. Thus, with or without the
boost, the invention can provide six power strokes per revo-
Iution in an eight cylinder engine, albeit at reduced power
without the blower, whereas a conventional eight cylinder
engine can provide only four.

The work required to be done by the blower in raising the
pressure of the incoming air from 1.0 bar (atmospheric pres-
sure) to 1.5 bar is relatively insignificant since a pressure of
1.5 bar is easy to provide, and the compression pistons do the
vast majority of the compression. Moreover, unlike other
engines, the blower does not increase the burn pressure or
significantly increase the exhaust pressure, and high effi-
ciency is maintained.

The amount of air supplied by the blower is preferably
chosen to be such that it allows the larger volume of expand-
ers to operate at full power even with a small compression
volume. The optimal size of the blower is dependent upon the
total compression ratio, the burn temperature, and the ratio of
compressor volume to expander volume. As that ratio
decreases, the blower volume required for the same power
output increases, and with fewer compressors and more
expanders, a larger blower or a plurality of blowers is or are
required.

These relationships are applicable both when running at
maximum efficiency, with exhaust pressures close to atmo-
spheric pressure, and at higher power output levels where
efficiency is less, more air needs to be supplied by the blower
or compressor pistons, and the exhaust pressure is more than
just a few PSI above atmospheric pressure.

When operating under low load conditions, the blower is
notused, and either all six of the power cylinders are operated
at reduced power or four of the cylinders are operated at full
power. Then when more power is needed, the blower provides
an increase in air flow at low pressure, and all of the power
cylinders are used at fuller capacity. When the blower is not
used, itis generally easier and preferable to use all six expand-
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ers even though each of them will be operating at less than full
power. The power cylinders can be idled or taken out of use
simply by keeping their inlet valves closed.

The power output or power density of this engine can also
beincreased by using a lower compression ratio which lowers
the compression temperature and, thus, requires more fuel to
get to the same maximum burn temperature. This will cause
an increase in the exhaust pressure, which in turn increases
the power output of the engine for the same displacement. The
trade off in this case is that although the power density goes
up, the increased fuel use and higher exhaust pressure will
cause a modest decrease in fuel efficiency.

The efficiency of the engine can be maximized by opening
the inlet valve between the combustion chamber and the
expander after the outlet valve between the compressor and
the combustion chamber is closed so that combustion occurs
essentially at constant volume conditions. This will produce a
very slight increase in the pressure in the combustion cham-
ber, but this increase is insignificant since the volume of the
compression chamber is large in comparison with the volume
of the compressed gas coming from the compressor. This
pressure pulse can be dampened out, or averaged out by the
instruments and the controlling computer to produce a pres-
sure reading that is useable for engine control.

By way of example, if the volume of the combustion cham-
ber (including the chamber itself and all passageways
between the outlet valve and the inlet valve) is thirty times the
volume ofthe compressor when the outlet valve opens, then at
a compression pressure of 600 PSI the combustion pressure
would go up in the order of 20 PSI when the compressor gas
is injected into the combustion chamber and another 20 PSI as
it is heated in the chamber. This pressure would be reduced to
600 PSI when gas is allowed into the expanders. Thus, valve
timing can be used to provide a true constant volume burn
condition for maximum efficiency.

FIG. 3 illustrates an embodiment which is generally similar
to the embodiment of FIG. 2 except, in this embodiment, the
engine has six cylinders of equal volume, with four of the
cylinders being used as expanders 13 and two being used as
compressors 11. It also has a supercharger or turbocharger 28
for increasing the pressure and, hence, the amount of air
delivered to the compressors and the volume or mass of air
moving through the rest of the engine.

In this embodiment, with cylinders of equal displacement
and a burn temperature that is approximately twice the com-
pression temperature, the two compressors provide enough
air to operate all four of the expanders at full power without
the blower. With the blower increasing the pressure of the air
entering the compressors from atmospheric pressure (1.0 bar)
to 1.5 bar, the output power of the engine is increased by about
50 percent. Thus, with or without the boost, a six cylinder
engine incorporating the invention can provide four full
power strokes per revolution, whereas a conventional six
cylinder engine can provide only three.

FIG. 4illustrates an embodiment which is generally similar
to the embodiments of FIGS. 2 and 3 except, in this embodi-
ment, the engine has four cylinders of equal volume, with
three of the cylinders being used as expanders 13 and only one
being used as a compressor 11. It includes a supercharger or
turbocharger 28 for increasing the pressure and, hence, the
amount of air delivered to the compressor and the volume or
mass of air moving through the rest of the engine.

With cylinders of equal displacement and a burn tempera-
ture that is approximately twice the compression tempera-
ture, the compressor would provide only enough air to oper-
ate two of the expanders at full power without the blower or to
operate all three expanders at less than full power. However,
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with the blower increasing the pressure of the air entering the
compressors from atmospheric pressure (1.0 bar) to 1.5 bar,
the compressor provides the air for all three of the expanders
to operate at full power. Thus, with or without the boost, a four
cylinder engine incorporating the invention can provide three
power strokes per revolution, albeit at reduced power without
the blower, whereas a conventional four cylinder engine can
provide only two.

FIG. 5 illustrates a pneumatic hybrid embodiment of the
engine which has a pneumatic storage tank and associated
valving in addition to the components in the embodiment of
FIG. 1. Thus, the engine has a compression cylinder 11, a
combustion chamber 12, and two expansion or power cylin-
ders 13, 13, with reciprocating pistons 14, 16 in the compres-
sion and expansion cylinders. Fuel is injected into the com-
bustion chamber through a fuel injector 23 or other suitable
fuel inlet, where it is mixed with the air from the compression
cylinder and ignited by a spark plug or glow plug 29. High
temperature insulation 30 on the combustion chamber pre-
vents loss of heat from the burning mixture.

The storage tank 31 is connected to compression cylinder
11 by manifolds 32, 33. Manifold 32 provides communica-
tion between the air intake, the compression cylinder, and an
insulated passageway 34 between the manifolds and the stor-
age tank. Manifold 33 provides communication between the
compression cylinder, combustion chamber 12, and passage-
way 34, with another insulated passageway 35 between mani-
fold 33 and the combustion chamber. The volumes of the
manifolds and the lengths of the passageways are made as
small as possible in order to minimize volumetric losses and
heat losses in them.

Intake valve 21 controls communication between com-
pression cylinder 11 and manifold 32, and additional valves
36, 37 are provided at the air inlet and in the branch of
manifold 32 leading to passageway 34 to control communi-
cation between the air intake and between the manifold and
the storage tank. Similarly, outlet valve 22 controls commu-
nication between compression cylinder 11 and manifold 33,
while additional valves 38, 39 are provided in the branches of
the manifold leading to combustion chamber 12 and passage-
way 34 to control communication between manifold 33 and
the combustion chamber and between manifold 33 and the
storage tank.

The storage tank is used for the storage of pneumatic
energy. It has a pressure gauge 41 for measuring the pressure
of the gas stored therein, and it is insulated to keep the com-
pressed gas warm for as long as possible. This is important
because the air was heated during compression, and allowing
it to cool would allow the pressure in the storage tank to
decrease and thereby waste much of the energy stored,
decreasing the overall efficiency of pneumatic storage.

An expansion manifold 42 provides communication
between the outlet end of combustion chamber 12 and expan-
sion cylinders 13, with inlet valves 24 controlling the delivery
of expanding gases from the combustion chamber to the
expansion cylinders through this manifold. The discharge of
exhaust gases from the expansion cylinders is controlled by
exhaust valves 26.

While intake valve 21, outlet valve 22, inlet valves 24, and
exhaust valves 26 are variable valves which open and close
during each revolution of the engine, valves 36, 37, 38, and 39
determine the mode in which the engine is operating (e.g.
normal operation, braking, pneumatic boost, etc.), and they
open and close only upon a change in the mode of operation.

In normal operation, valves 36 and 38 are open, and valves
37 and 39 are closed, with air being drawn in to compression
cylinder 11 through intake valve 21 during the down stroke of
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piston 14. On the up stroke, compressed air is pushed out of
the compression cylinder through outlet valve 22 to the com-
bustion chamber at a pressure which can, for example, be on
the order of 600 psi. In the combustion chamber, the com-
pressed air then heated to a temperature on the order of
approximately 1700° K (1427° C., 2600° F.) and expanded
into expansion cylinders 13 through inlet valves 24. With the
expander having twice the volume of the compressor, and the
compression and expansion stokes having essentially the
same maximum and minimum pressures, the work output is
twice the work input. Thus, for example, with a work input of
1 unit and a work output of 2 units, the net work output is 1
unit.

By varying the timing of intake valve 21 and outlet valve
22, the amount of air compressed by the compression cylinder
can be adjusted to match loads on the engine, and the timing
ofinlet valves 24 and exhaust valves 26 can be varied to match
the load requirements and to exhaust close to atmospheric
pressure.

For braking, the engine is used instead of friction brakes to
slow the vehicle down and produce energy that can be stored
and used later to propel the vehicle either by accelerating it or
by maintaining its movement at a given speed.

In this mode, valves 36 and 39 are open, and valves 37 and
38 are closed. Inlet valve 24 is closed to reduce pressure loss
in the combustion chamber, and valve 26 is also closed unless
maximum braking is desired. Intake valve 21 lets in air pro-
portional to the amount of braking required, and valve 22
opens when the pressure in compression cylinder 11 is equal
to the pressure storage tank 31. Pressure is allowed to build in
the storage tank until braking is no longer required or maxi-
mum pressure is obtained.

Air from the storage tank can be used either to supply extra
power to boost total power of the engine or to supply power
without burning any or as much fuel as would be required
under normal operation without pneumatic storage. Using the
stored air to supply power with less or no fuel use signifi-
cantly increases the efficiency of the engine and greatly
improves the fuel efficiency (MPG) of the vehicle.

When using pneumatic storage in the substitution mode,
valve 36 is closed, and valve 37 is opened long enough to
allow a controlled amount of pressurized air to fill manifold
32. Then when valve 21 is opened, the pressurized air in the
manifold does work against the compression piston. The
work done against the piston is equal to the work of compres-
sion that the compression piston does on the up stoke, and the
net work of compression is effectively zero. With the
expander having twice the volume of the compressor and the
work done by the compressor being 1 unit on the upstroke, the
work output of the engine is still 2 units, but with the work of
compression now being effectively zero, the net work output
is now 2 units. Thus, in the pneumatic storage mode, the
horsepower of the engine can be doubled. If less than a dou-
bling of horsepower is desired, the amount of air provided
from the storage tank can be varied via intake valve 21, and
using less of the stored air allows the stored air to last for a
longer period than when using a larger amount of it.

If greater power or acceleration is desired, the amount of
boost provided by the pneumatic storage can be increased.
Thus, for example, if twice the normal air pressure is provided
into the compressor for the same degree of crankshaft rotation
by leaving valve 37 open longer, then approximately twice the
work of compression will be done on the down-stroke of the
compressor piston. Intake valve 22 will now open sooner to
force air out at the same 600 psi of pressure, and the work
performed on the compression piston will be much greater
than the work of pushing the air to the combustion chamber.
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Thus, a net work gain of about 1 unit is realized in the
compressor. Since the engine is a constant temperature
engine, putting twice as much air into the combustion cham-
ber results in using twice the normal amount of fuel. However,
this doubling of the amount of air going in the combustion
chamber results in twice the normal amount of air coming out
which translates to about twice the work being done on the
expansion pistons. With twice the optimum amount of air
being supplied to the expanders at the same pressure, the air
is not fully expanded, and instead of being exhausted at a
couple of psi over atmospheric pressure, it is exhausted at
about 18-20 psi over atmospheric pressure. This may require
a muffler and is less efficient than lower boosts, but it can
result in 500% as much power output as the normal mode
where the engine is operating under the most efficient condi-
tions (Power output=2(2)-(~1)=5 units of power). This is
only one example of how the work output can be varied using
pneumatic storage. Other levels of power output ranging from
1 unit to 10 units are possible with this engine.

For convenience and ease of illustration, the valves in the
pneumatic system are shown as separate valves. However, it
will be understood that two or more of these valves can be
combined, if desired, to save cost and space. Thus, for
example, valves 36 and 37 can be combined into a single
three-way valve, as can valves 38 and 39.

The engine can also be implemented with other types of
replenishable power systems, including an electric motor.
However, the pneumatic hybrid is preferred because it is
substantially less expensive, simpler, and lighter than an elec-
tric hybrid.

The invention has a number of important features and
advantages. It provides an internal combustion engine and
method in which power output and power density are
increased without significant loss of efficiency or increased
cost, and the pneumatic hybrid can produce power without
burning fuel by running on air only, it can increase power
output by over 500 percent compared to the normal mode of
operation, and it can conserve stored energy by using stored
pneumatic pressures lower than the normal operating pres-
sure of the expanders. The pneumatic hybrid is substantially
less expensive, simpler, and lighter than an electric hybrid.
With no additional batteries, electric motors, or generators
being required, the added cost and weight of the pneumatic
hybrid are only about 20 percent of those of an electric hybrid,
and the pneumatic hybrid never needs battery replacement.

The pneumatic hybrid adds only four valves and two small
manifolds per engine, and uses storage tanks that are inex-
pensive, light in weight, and can be quickly connected and
disconnected. The insulated tank and lines prevent com-
pressed gas from cooling and losing pressure and available
work, and there are no pistons in the pneumatic system to leak
or require lubrication.

By varying the degree of crankshaft angle that the intake
valve to the compressor is open, the pressure of the storage
tank can be made to match the engine output needs over a
wide range of pressures. Similarly, by varying the degree of
crankshaft angle that the compressor inlet and outlet valves
are open, the braking force and amount of pneumatic storage
can be optimized.

Other methods of using compressed air to power the
expanders, as in U.S. Pat. Nos. 7,353,786 and 7,603,970, for
example require that the air supplied be at the normal delivery
pressure. If the delivery pressure is less than normal, power
output would suffer and, in the case of a diesel engine, igni-
tion may not occur. However, in the engine of the invention,
the same amount of air can still be delivered to the compressor
even when the storage pressure is lower than the compressor
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output pressure by leaving the intake valve open for a longer
period of time. This allows the engine to run longer on pneu-
matic stored energy, which is an important and desirable
feature. In the pneumatic engine of the invention, the increase
in total power available is also several times greater than in the
method disclosed by the aforesaid patents, which is of enor-
mous benefit for power burst applications in commercial and
military use.

It is apparent from the foregoing that a new and improved
split cycle engine and method have been provided. While only
certain presently preferred embodiments have been described
in detail, as will be apparent to those familiar with the art,
certain changes and modifications can be made without
departing from the scope of the invention as defined by the
following claims.

The invention claimed is:

1. An internal combustion engine, comprising: a compres-
sion chamber of variable volume for compressing air taken
into the engine, a combustion chamber for receiving com-
pressed air from the compression chamber, means for intro-
ducing fuel into the combustion chamber to mix with air from
the compression chamber and form a mixture which burns
and expands, an expansion chamber having an output mem-
ber which is driven by expanding gas from the combustion
chamber, a tank for storing air compressed in the compression
chamber during a braking mode of operation, and means for
delivering air from the storage tank to the compression cham-
ber to increase the amount of air supplied to the compression
chamber and the power output of the engine.

2. The engine of claim 1 having two compression cylin-
ders, a combustion chamber in which compressed air from the
two compression cylinders is mixed with fuel and burned to
produce hot expanding gases, and six expansion cylinders to
which the expanding gases are delivered.

3. The engine of claim 1 having two compression cylin-
ders, a combustion chamber in which compressed air from the
two compression cylinders is mixed with fuel and burned to
produce hot expanding gases, and four expansion cylinders to
which the expanding gases are delivered.

4. The engine of claim 1 having a single compression
cylinder and a plurality of expansion cylinders to which the
expanding gases are delivered.

5. The engine of claim 4 having three expansion cylinders
to which the expanding gases are delivered.

6. The engine of claim 1 wherein the expansion chamber
volume is greater than the compression chamber volume, the
expansion ratio of gas burning in the combustion chamber is
less than the ratio of the expansion chamber volume to the
compression chamber volume, and the increase in air sup-
plied to the compression chamber allows operation at full
power in the expansion chamber volume.

7. The engine of claim 1 including an outlet valve for
controlling communication between the compression cham-
ber and the combustion chamber, an inlet valve for controlling
communication between the combustion chamber and the
expansion chamber, and means for opening the inlet valve
after the outlet valve is closed so that combustion occurs
essentially at constant volume conditions.

8. The engine of claim 1 including an exhaust valve
through which gas is discharged from the expansion chamber,
and means for opening the exhaust valve when pressure in the
expansion chamber is at or near atmospheric pressure.

9. An internal combustion engine, comprising:

(a) a compression chamber of variable volume for com-

pressing air taken into the engine;

(b) a combustion chamber for receiving compressed air

from the compression chamber;
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(c) means for introducing fuel into the combustion cham-
ber to mix with air from the compression chamber and
form a mixture which burns and expands:

(d) an expansion chamber having an output member which
is driven by expanding gas from the combustion cham-
ber;

(e) a pneumatic storage tank; and

(f) valving which controls communication between the
compression chamber, an engine air intake, the storage
tank and the combustion chamber to provide:

(1) anormal mode of operation in which air is drawn into
the compression chamber from the engine air intake,
compressed, and the compressed air is delivered to the
combustion chamber from the compression chamber;

(ii) a braking mode in which air is drawn into the com-
pression chamber from the engine air intake, com-
pressed, and hot compressed air is delivered from the
compression chamber to the storage tank; and

(iii) a pneumatic boost mode in which hot compressed
air is delivered to the compression chamber from the
storage tank to drive a compression member during an
intake stroke.

10. The engine of claim 9 including means for controlling
the amount of hot compressed air delivered to the compres-
sion chamber so that work done by the air against the com-
pression member during the intake stroke is less than or equal
to the work of compression done by the compression member
during a compression stoke.

11. The engine of claim 9 including means for controlling
the amount of hot compressed air delivered to the compres-
sion chamber so that work done by the air against the com-
pression member during the intake stroke is greater than the
work of compression done by the compression member dur-
ing a compression stoke.

12. The engine of claim 9 wherein the storage tank is
insulated to prevent loss of heat from air stored therein.

13. An internal combustion engine, comprising: separate
compression and expansion cylinders of variable volume
with an overall expander volume greater than the overall
compressor volume, a combustion chamber of constant vol-
ume in which compressed air from the compression cylinders
is mixed with fuel and burned to produce expanding gases
having a volume which is greater than the volume of the
compressed air entering the chamber but less than the overall
expander volume, means for delivering the expanding gases
to the expansion cylinders to drive pistons therein, a tank in
which air compressed in the compression cylinders during a
braking mode of operation is stored, and means for delivering
air from the tank to the compression cylinders to increase the
amount of air entering the combustion chamber and the vol-
ume of the gases delivered to expansion cylinders to a level
equal to or greater than the overall expander volume.

14. The engine of claim 13 including an outlet valve for
controlling communication between the compression cylin-
ders and the combustion chamber, an inlet valve for control-
ling communication between the combustion chamber and
the expansion cylinders, and means for opening the inlet
valve after the outlet valve is closed so that combustion occurs
essentially at constant volume conditions.

15. A method of operating an internal combustion engine,
comprising the steps of: compressing air in a compression
chamber, delivering compressed air from the compression
chamber to a combustion chamber, mixing the compressed air
with fuel in the combustion chamber to form a mixture which
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burns and expands, delivering expanding gases from the com-
bustion chamber to an expansion chamber to drive an output
member in the expansion chamber, operating the engine in a
braking mode to compress air in the compression chamber,
storing hot compressed air from the compression chamber in
a storage tank, and delivering hot compressed gas air from the
storage tank to the compression chamber during an intake
stroke, thereby increasing the amount of air supplied to the
compression chamber and, hence, the amount of air flowing
through the rest of the engine to increase the power output of
the engine.

16. The method of claim 15 wherein the amount of hot
compressed air delivered to the compression chamber is such
that work done by the air against the compression member
during the intake stroke is less than or equal to the work of
compression done by the compression member during a com-
pression stoke.

17. The method of claim 15 wherein the amount of hot
compressed air delivered to the compression chamber is such
that work done by the air against the compression member
during the intake stroke is greater than the work of compres-
sion done by the compression member during a compression
stoke.

18. The method of claim 15 wherein the expansion cham-
ber volume is greater than the compression chamber volume,
the expansion ratio of gas burning in the combustion chamber
is less than the ratio of the expansion chamber volume to the
compression chamber volume, and the increase in air sup-
plied to the compression chamber allows operation at full
power in the entire expansion chamber volume.

19. The method of claim 15 further comprising the steps of
controlling communication between the compression cham-
ber an the combustion chamber with a first valve, controlling
communication between the combustion chamber and the
expansion chamber with a second valve, and opening the
second valve after the first valve is closed so that combustion
occurs essentially at constant volume conditions.

20. An internal combustion engine, comprising: a com-
pression chamber of variable volume for compressing air
taken into the engine, a combustion chamber for receiving
compressed air from the compression chamber, means for
introducing fuel into the combustion chamber to mix with air
from the compression chamber and form a mixture which
burns and expands, an expansion chamber having an output
member which is driven by expanding gas from the combus-
tion chamber, a tank in which compressed air is stored, and
means for delivering air from the storage tank to the compres-
sion chamber to increase the amount of air supplied to the
compression chamber and the power output of the engine.

21. A method of operating an internal combustion engine,
comprising the steps of: compressing air in a compression
chamber, delivering compressed air from the compression
chamber to a combustion chamber, mixing the compressed air
with fuel in the combustion chamber to form a mixture which
burns and expands, delivering expanding gases from the com-
bustion chamber to an expansion chamber to drive an output
member in the expansion chamber, storing hot compressed air
in a storage tank, and delivering hot compressed air from the
storage tank to the compression chamber during an intake
stroke, thereby increasing the amount of air supplied to the
compression chamber and, hence, the amount of air flowing
through the rest of the engine to increase the power output of
the engine.



